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INTERST..TE COITERCE CCOIIISSICN

REPCRT OF THE DIRECTCR OF THE BUREAU OF SAFETY IF WE
WVESTIGATION OF AN ACCIDZNT WHICH CCCURRED ON THE
NEZW YORK CENTRAL RAILROAD AT SCHENECTADY, N.Y.,
CH JANUARY 6, 1926.

February 35, 1926.
To the Commission:

On January 6, 1938, there was a rear—dnd
cyllision between two freight trains on the New
York Central Rallroad at Schenectady, N.Y., result-
1ng 1n the death of one ermployee.

Location and metaood of operation

This accident occurred on taat part of the
Mehawk Divisicn extending betweon Albany and Syracuse,
N¥.Y., a distance of 147.39 miles, 1n the viciaity of
the point of accident tois 1s a four~track line cver
which {rains are operated by tine-table, train orders,
and an autoratic block-signal system., The tracks
are numbered frem north to south as follows: 4, 3, 1,
and 2, track 4 being the eastward freight track.

The accident occurred within the interlocking and
vard limits of Schenectady, on track 4, at a poiat
about 2,500 feet east of signal station 8.

The home i1nterlocking signal 1avolved 18
loceted about 800 feet west of signal staticn 8, between
tracks 3 and 1; this 18 a single mast supporting three
semaphnre blades, sach blade being of the three-position,
upper gquadrant type. The night indications of the
bottom blade, the one involved, governing movenents
on track 4, are red, yellow, and green, for top, proceed
at slow Bpeed prepared to stop, and proceed at slow
Bpeed to the next signal, respectively. The next sig-
nal 1s automatic signal 15824, located 4,688 feet east
of the home interlocking signal, and 1,572 feet east
of the point of arcident, this 1s a three-vosition,
uprer gquadrant signal,

Approaching the point of accident from the
west there 18 a 39 40 cunrve to tne left 1,25C {feet
tn length, followed by about 10C feet of tangent to the
point of collision. The grade 1s descending and
then slightly ascending for eastbound trains.
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The weather was clear at the ti1..e of the acci-
dent, which occu.red at about 7.14 p.n.

Description

Eastbound freizht train Yv-2 consisted of z1
carg and a caboose, hauled by engine 2681, and was 1n charge
of Conductor !Miller and Engineman Stall, Thils train
was standirg on track 4 with its rear end at a point
3,109 feet east of the home interlockiny signal walt—
ing for a switrh engine %o bring additional cars cut
of the yard, when 1t was struck by train RV-3.

Eastboundfreight train RV-3, hauled by engine
8518, was 1in charge of Conductor Butler and Engineman
Murnang, On 1ts arrival at Sphenectady ail the cars
in the train were cut off, after which the engine coupled
to the caboose, and on receiving a yelloy indication oa
the hone irterlocking sigral, the requirements of which
were to proceed at slow speed prepared to stop, 1t moved
eastward on track 4 and was brought to a stop at signal
station 8, at which point verbal iastructions were received
to assist train YV-2 to CaTrman, 3.23 miles east of Schenec-
tady. It departed from signal statien € a¥about 7.10
p.m., and collided with the rear end of train YV-23 while
traveling at a speed estiated to have been about 13 or 14
miles an hour.

The caboose of train Yv-2 wae practically demolished,
and ongrar was ove:iurned and damaged, while engine 2516
was slightly damageX. The eriplovee killed was a brake-
nan, who was 1n the caboose of train YV-2 at the time of
the accident.

cunmary of evidence

Engineman Muarnare, of train RV-3, stated that
after coupling the engine to the caboose on track 4 at
Sahenectady and receiving a yellow 1ndication on the
home interlocking signal he proceeded eastward and
brought the engine to a stop a2t signal station B.
Brakewan liecier went 1rnto the tower and returned with
1nstriacticns to theeffent that train YV-2 was standing
on the hill and that they were to assis} that train
to Carman. Engine 2516 departed from the tower and
winen aboat opposite the freirght house, located near
the west end of the curve preceding the tangent on
which the accidert orecurred, ftravelirg at a speed
of about 8 or 7 milee an hour,” ~ Fireman Campbell
called the irndication displayed on autcematic signal
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15894, located beyond where the accident occurred, as
"GAEEN". Eaginenan *urnane ¢nnuld n.t see the
indication displayed by tais signal at this time,

owirz to tae curve, but remarked that train RAV-2

muet be farther up the ha1ll and taen increased the
speed. Shortly afterwards, rpparently at about

the tire he reached the end of the curve, he saw the
caboose of Tlalun YV-2, wiilcly seemed 1o e avout two
car-lengths distant, and although he i1muediately applied
the air bralkes in ewergency 1t was too late %o avert the
accldeat; he est1.acted the speed of his engine to have
been asouvt 18 .1les an hour when the collision occurred.
Ensiasaen Murrane  adaltted that he should nave operated
his eagine exgscti.ag to find sufonatic sigaoal 15894 dis-
playiar a stop indication, or track 4 occupred between
the Lo 1e 1nterlosking signal and signal 15834; also

that the recu-reanents of the rules are to move within
yard li.its piepared to stop unless the nain track 1s
geen or known to be clear, but 1nferred that he was
misled oy the Tirenan.

Fireman Ca~pbell, of troin RV-2, stated that
when 118 engine was about 200 feet west of the freight
house while rounding the curve, he leaned agalnst the
seet box, locked across the tops of the cars standing
or the adjoining yard tracks, and called the i1ndica-
ti1on displayed by signal 15894 as "GREEN! He said
he then adjusted the jet on the stoker, and was about
to get on his seat box when the enginerian applied the
alr bra%es 1n emergency.

Conductor Butler, Brake:zn 'lecier and Ward,
of train RV-2, were riding in tne ceboose at the time
of the accident and were unavsare of anytiolng wrony prior
to the collision, their estimates as to the speed at
tne tine of the accident were from 12 to 14 miles an
hovr,

Yo~ of the nmeirbers of the crew of trzin YV-2
was awarce of any™.nn wrong uatil just prior to the
accideas., UOenductor Miller was 1ia the yard offace,
while cof the three brakeomen i1n the cabocse, tuo saw
tne headl bt of engine 2516 1n tine to juup before
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the accident occurred.
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Conclusions

This egccident was caused by the fallure of
Enginenan ILrnane, of train RV-2, properly to obey
signal indicetions and also to operate his train under
proper coatrol within yard limits.

Englaeman !Murnane acknowledoed that under
the 1aterlocking signal indication he hed Tecelved
he should have operated his trolin expecting either
to find signal 15894 displaying a stop 1ladication cCT
to encounter a train before reaching that signal, and
when Firenan Campbell told him signal 15894 was dis-
playing a clear indication he at once began to work
steaw, apparently overlooking the fact that according
to that indication the train he was to assist probably
was between his engice and the signal and that speed
should be reduced instesd of being increased.

Wnile Fireman Campbell could see the 1ndication
0of signal 158894 he could not see whether or not
the track was occupled west of that signal. Under
these ciecunstances, and knowing fron the 1nstructions
recelrved at 8i1znal station B shat they were to close
up oa the rear of the preceding vrain he should have
continued to mairntein a lookout 2a his side of the
engine, had he done so he might have been able to
warn Engineman Murnane 1n time to avert the accaident.

Engineman Murrarz was an experlenced man,
wille Fireman Camnpbell had qualified as an englneman.
None o1 tne employees ruvolved nad beesid on duty in
violasion of any of the provisions of the hours of
Zervice law.
Respectfully submitted,
W. P. BORLAND,

Diregctor.



